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ABSTRACT: In the present study, a numerical prediction method on the hydrodynamic interaction force and moment 
between two ships in shallow and restricted waterway is presented. Especially, the present study proposes a methodology 
to overcome the limitation of the two dimensional perturbation method which is related to the moored-passing ship 
interaction. The validation study was performed and compared with the experiment, firstly. Afterward, in order to 
propose a methodology in terms with the moored-passing ship interaction, further studies were performed for the 
moored-passing ship case with a Reynolds Averaged Navier-Stokes (RANS) calculation which is using OpenFOAM with 
Arbitrary Coupled Mesh Interface (ACMI) technique and compared with the experiment result. Finally, the present 
study proposes a guide to apply the two dimensional perturbation method to the moored-passing ship interaction. In 
addition, it presents a possibility that the RANS calculation with ACMI can applied to the ship-ship interaction without 
using a overset moving grid technique. 
KEY WORDS: Ship-ship interaction; OpenFOAM; Two-dimensional perturbation method; Reynolds averaged navier-
stokes (RANS); Manoeuvrability. 
INTRODUCTION 
Over the last 20 years, Very Large Crude Carriers (VLCCs) and large containerships have been developed, manoeuvrability 
of such large ships have become important in terms of ship operation (or navigation), port design and ship-ship cargo transfer. 
Especially, ultra large containerships over 20,000 TEU class are developed, and size of the port becomes relatively narrow so 
that the ship-ship interaction should not be neglected. The VLCCs are in the same situation as the ultra large containerships. 
Many ports are not suited to receive ships of these size. They may not be deep enough, have narrow entrance or small berth 
preventing the tankers to be accommodated. Therefore, the time spent in the harbor must be as short as possible. This time is 
mostly determined by the time needed to unload and re-load the ship. In order to solve it, a lightering operation such as ship-
ship cargo transfer has been applied. In such case of ship-ship cargo transfer, the distance between two ships shall be considered, 
carefully. In order to safely operate under this situation, the assistance of specialized personnel is needed. As knowledge is 
very limited on this situation, practical experience is of great value. But very little theoretical knowledge has been acquired on 
this topic.  
 
 
Corresponding author: Sungwook Lee, e-mail: sw8224.lee@samsung.com 
This is an Open-Access article distributed under the terms of the Creative Commons 
Attribution Non-Commercial License (http://creativecommons.org/licenses/by-nc/3.0) 
which permits unrestricted non-commercial use, distribution, and reproduction in any 
medium, provided the original work is properly cited. 
 
Int. J. Nav. Archit. Ocean Eng. (2015) 7:920~938 921 
Although there have been a number of different approaches in study of the ship-ship interaction such as empirical models, 
theoretical calculations and model test, it is difficult to study because there are too many parameters to consider. A number of 
mathematical models were published on the ship-ship interaction based on the model test by Dand (1981), Kijima (1987), 
Vantorre et al. (2002), Lee (2012) and etc. More importantly, as the ship-ship interaction occurs in shallow water for most of the 
time, the model tests should be carried out in a basin where shallow water can be realized. However, there are not many model 
basins that can realize such test set up for the ship-ship interaction in shallow water so that several empirical formula models 
have been studied based on the limited number of model test data. As for numerical approach, Tuck and Newmann (1976) and 
Kijima et al. (1991) studied two dimensional perturbation (or slender body) method. Also, beginning with the two dimensional 
perturbation method, Varyani et al. (1999) proposed an empirical formula for predicting the peaks of the lateral force and the 
yaw moment during the interaction between two meeting ships. But this formula has the limitation that the moored-passing ship 
interaction cannot be considered. 
Other than the potential theory based method, Chen et al. (2003) performed a RANS based numerical simulation using an 
overset moving grid (or chimera) on a head-on encounter case, one of a series of model tests performed by Dand (1981). It is 
notable that he showed a possibility to apply the RANS simulation on the ship-ship interaction. However, the RANS simulation 
on the ship-ship interaction takes much more computation time than the two dimensional perturbation method or the empirical 
formula. Considering that there are many parameter to be taken into account on the ship-ship interaction, the computation time 
may be the one of important factor in the engineering fields with the practical point of view. 
Therefore, the numerical simulation based on the two dimensional perturbation method by Kijima et al. (1991) was 
performed for a case of the model test by Dand (1981) in order to examine suitability of the results and proposes how to apply 
the moored-passing ship interaction mentioned previously. The proposed method is to perform the sensitivity test by using the 
two dimensional perturbation method and compare the experiment by Vantorre or other comparable data such as a RANS 
simulation. Unfortunately, there were no same hull forms used in the experiment, most similar hull forms (KVLCC1 and KCS) 
were selected as the studied hull forms. In addition, in order to obtain the other comparable data, the RANS simulation was 
performed 
The RANS simulations performed in the present study did not use the overset moving grid but Arbitrary Coupled Mesh 
Interface (ACMI), another moving grid method. The overset grid has a great strength where the various ship motions can be 
simulated freely. However, the computational cost is relatively high and the stability of the solver is weak due to the possibility 
of orphan cells from the hole-cutting process for the overset grid. On the other hand, the ACMI technique has limitations in 
simulating the ship motions but is more stable in solving with less computational cost. Also, it is not difficult to use the ACMI 
technique in RANS simulation as it has been developed and included in OpenFOAM (Jasak, 2009) which is an open-source 
CFD toolkit.  
THEORY 
Basic assumptions 
In principle, there are many considerable situations for the ship-ship interaction in the restricted water area. But in this study, 
the situation will be restricted as follows,  
• one own ship and one encounter ship in the opened shallow water  
• one own ship and one encounter ship in the shallow water with restricted vertical side wall  
The encounter situation of two ships can be either overtaking or head-on encounter. Based on these restrictions, the 
coordinated systems for the ship-ship interaction study can be defined as Fig. 1. In the coordinate system shown in Fig. 1, 
O xy−  represents the calm water plane. Right-handed coordinate systems are defined in this study. The origin of the ship-fixed 
moving coordinate system is located on the midship of the hull and the x -axis is directed toward to bow. The right-handed 
coordinate system is considered as the ship-fixed coordinated system for each ship as well.  
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Fig. 1 Coordinate systems. 
 
The relationship between the earth-fixed coordinate system and ship-fixed coordinate system can be written as follows,  
( )TiO i i
PiO i
i
x S x U t
y S y
z z
= ± + 
= ± 
= 
 (1) 
where TiOS  and PiOS  are the x  and y  position of the i -th ship, respectively. For the sign in the right hand side of the Eq. (1), 
positive value represents that the ship moves to the positive x -direction in the earth-fixed coordinate system. 
Boundary conditions 
When the water depth is H and assumed as a plate bottom, the boundary condition of the disturbance velocity potential 
( , , , )x y z tφ  can be expressed as follows,  
2 ( , , , ) 0x y z tφ∇ =  (2) 
( ), 1, 2,...,
i
i x
B
U n i N
n
φ∂  = = ∂ 
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0
z Hz
φ
=±
∂  = ∂ 
 (4) 
0
cn
φ∂  = ∂ 
 (5) 
2 2 2( , , , ) 0x y z t as x y zφ → + + → ∞  (6) 
where iB  represents the surfaces of the i -th ship, C  represents the side wall of the channel, n  is the normal vector on both 
the body and the side wall and xn  is the x -component of the normal vector n . Three dimensional panel method can obtain 
the potential which satisfies the above boundary equations. But in this study, a two dimensional perturbation method will be 
used. Based on the two dimensional perturbation method, the three dimensional flow field around the ship will be considered as 
the two dimensional flow fields, both outer and inner flow fields. 
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Inner flow field 
The slenderness parameter, ε , a ratio between the length of the ship and the beam ( 1
B
L
ε = << ), is introduced under the  
assumption that the ship is a slender body. The following assumption can be made by using this slenderness parameter (ε ).  
(1), ( ), ( )i i iL O B O d Oε ε= = =  (7) 
where iL , iB  and id  represent the length, beam and draught of the i -th ship, respectively. In addition, the water depth, 
H , has the same order as the draught of the ship, i.e. ( )H O ε= , and the lateral distance between two ships and the lateral 
distance from side wall of the channel can be expressed (1)pijS O=  and (1)piS O= , respectively. In addition, the lateral 
distance between ship 1 and ship 2 is indicated by PS  in Fig. 1. TS represents the longitudinal distance between two ships. 
The velocity potential in inner flow field can be considered as follows (Kijima et al., 1991) : 
(1) * (2)( , ; , ) ( , ) ( , ) ( , )i i i i i i i i i i i iy z x t y z V x t f x tΦ = Φ + Φ +  (8) 
where (1)iΦ  is the component of the velocity potential due to the longitudinal motion of the body and 
(2)
iΦ  is the component 
of the velocity potential due to the transverse motion of the body. Besides, * ( , )i iV x t  is the velocity on the body sections and 
( , )i if x t  is the constant term which is taken into account to satisfy the infinity boundary condition of the velocity potential. 
Therefore, (1)iΦ  and 
(2)
iΦ  should satisfy Laplace equation and the boundary conditions (Eq. (3) and (4)), respectively.  
It is not necessary to solve these equations because the two dimensional perturbation method uses the matching condition 
with the velocity potential of the outer flow field and obtains the final velocity potential for the whole flow field. In order to 
match with the velocity potential of the outer flow field, it is needed to calculate the outer limit of the inner flow field. At first, 
for (1)iΦ , the following equation can be derived from the mass conservation suggested by Yeung (1978).  
(1) ( )lim
4i
i i i
i iy
U S x
y
Hε>>
′
Φ = −  (9) 
where ( )i iS x  is the 𝑖-th sectional area of of the body when the body is considered as the double body and ( )i iS x′  is the 
changing ratio of the sectional area along the length of the body. For (2)iΦ , because of the restricted clearance between the 
bottom of the body and the bottom of the water, an asymmetric effect is observed, which is determined by the relationship 
between the sectional shape of the body and the bottom of water, in both up-stream and down-stream value (2)iΦ . In principle, 
this effect is called the blockage coefficient. The added mass of the body is related to this effect (Sedov, 1965). The outer limit 
of the inner flow field potential (2)iΦ  can be written as the following equation by Sedov (1965).  
(2)lim ( )
i
i i i iy
y C x
ε>>
Φ = ±  (10) 
( )i iC x  is expressed by using the approximated equation as a function of rectangle sectional area suggested by Taylor 
(1973).  
( ) ( )2 2( ) ln(4 )
2 2
i i i i
i i i
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π
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Substituting Eq. (9), Eq. (10) and Eq. (11) into Eq. (8) gives the final matching condition which is the outer limit of the 
potential in the inner flow field as follows,  
*( )lim ( , ; , ) ( , )[ ( )] ( , )
4i
i i i
i i i i i i i i i i i iy
U S x
y z x t y V x t y C x f x t
Hε>>
′
Φ = − + ± +  (12) 
Outer flow field 
The outer flow field can be considered as follows with the similar approach which was done previously.  
, (1), ( )x y O z O ε= =  (13) 
Now, the velocity potential in the outer flow field is represented by distributing the source/sink and vortex on the centerline 
and wake (Kijima et al., 1991). The following equation represents the velocity potential with combination of these singularities 
and their Green function. 
2 2
1 2
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∑ ∫ ∫  (14) 
where ( , ),  ( , )i i i is t s ts γ  are the strengths of source/sink and vortex on the i -th centerline and wake, respectively. ids is the cen-
terline segment of the body or the extended line segment for the location of free vortices location. ( , ; , ), ( , ; , )i i i i i iG x y G x y
s γx η x η  
are the Green function for source/sink and vortex, respectively and can be written as follows,  
2 2
1
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 (15) 
where ( , ; , ), ( , ; , )i i i i i iH x y H x y
s γx η x η  are harmonic Green functions for the source/sink and vortex which are added to the 
main Green function due to the existence of the sidewall, respectively. Differentiating these equations for iy yields the following 
equations. 
2 2( ) ( )
i i i i
i ii i i
G y H
y yx y
s sη
x η
∂ − ∂
= +
∂ ∂− + −
 (16) 
2 2( ) ( )
i i i i
i ii i i
G x H
y yx y
γ γx
x η
∂ − ∂
= +
∂ ∂− + −
 (17) 
Because the source/sink and vortex are located on the centerline of the body, iη  is zero.  
Now, the inner limit of the outer potential at the outer flow field can be written as follows,  
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Matching the two flow fields and integral equation 
As mentioned previously, the two flow fields (inner and outer) were considered separately. Now, it should be considered to 
match the matching condition at the overlapping flow field ( 1iyε << << ). The velocity potential for each flow field should 
be same in this overlapped field. The matching condition can be written as follows,  
1
lim ( , ; , ) lim ( , , )
i i
i i i i i i iy y
y z x t x y t
ε
φ
>> <<
Φ =  (19) 
Substituting Eq. (18) and Eq. (12) into Eq. (19) and removing the *iV  term (Kijima, 1991), the following integral equation 
for iγ are derived in Eq. (20). 
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Finally, it is necessary that the vortex in the outer flow field should be satisfied with some additional boundary conditions 
(Kutta condition and Kevins’s theorem), because the characteristics of the outer flow problem is very similar with the charac-
teristics of the unsteady two dimensional airfoil problem. Satisfying these boundary conditions guarantees both reasonable outer 
flow field around the body and unique solution of the given governing equation. These additional boundary conditions can 
rewritten as follows (James, 1972),  
( , ) ( )
2
i
i i i i i
L
x t x for xγ γ= < −  (21) 
2 ( , ) 0
iL
i i it dγ x x−∞ =∫  (22) 
2
2
1( , ) , ( ) ( , )
2
i
i
L
i i
Li i i i i i
i
L d
x t t t d
U dt
γ γ x x
−
Γ
= − = − Γ = ∫  (23) 
Forces and moment 
By solving Eq. (20), the strength of the bound vortex iγ  can be obtained, and it is possible to obtain the force and moment 
acting on the body in a certain time step. The linearised pressure difference ( , )ip x t∆  along the 𝑥-direction can be expressed 
as the following equation by Bernoulli’s theorem.  
( , ) ( , )i i i i
i
p x t U x t
t x
ρ φ
 ∂ ∂
∆ = − − ∆ ∂ ∂ 
 (24) 
where ( , )i ix tφ∆  is the difference of potential along the 𝑥-direction and can be written as follows,  
2( , ) ( , )
i
i
L
i i i i ix
x t t dφ γ x x∆ = ∫  (25) 
Differentiating the above equation gives the following equation.  
2 ( , ) ( , )
i
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i
i i i i ix
i i
t d x t
x x
φ
γ x x γ
∂∆ ∂
= = −
∂ ∂ ∫  (26) 
With this, the final form of Eq. (24) becomes as follows,  
2( , ) ( , ) ( , )
i
i
L
i i i i i i ix
p x t t d U x t
t
ρ γ x x γ
 ∂ ∆ = − + 
∂  
∫  (27) 
The lateral force iF  and moment iM  acting on the body can be obtained by the following equations.  
2
2
( ) ( , )
i
i
L
Li i iF t p x t dx
−
= − ∆∫  (28) 
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2
2
( ) ( , )
i
i
L
Li i i iM t x p x t dx
−
= − ⋅ ∆∫  (29) 
iF and iM  obtained from Eqs.(28) and (29) are the force and moment per unit water depth in the two dimensional x y−  
plane. In order to consider the effect of water depth in the force and moment, the water depth H should be multiplied to the 
above equations.  
VALIDATIONS 
The theory for the two dimensional perturbation method was introduced in the previous section. The validations of the two 
dimensional perturbation method are carried out and the results are compared with the experimental results of Dand (1981) and 
the RANS results of Chen et al. (2003) in this section. The force and moment are non-dimensionalization as follows : 
21/ 2Y O O p
YC
B T Vρ
=
⋅ ⋅ ⋅ ⋅ ,
2 21/ 2N O O p
NC
B T Vρ
=
⋅ ⋅ ⋅ ⋅  
where Y  and N are the lateral forces and the yawing moment about amidships (ordinate 10), respectively.Y is corresponding 
to ( )iF t  and N  is corresponding to ( )iM t . ρ  is the water density, OB  is the beam of the so called ‘own’ ship, OT  is 
the mean draught of the ‘own’ ship and pV  is the velocity of the ‘passing’ ship.  
Test setup 
The main particulars of the ships used in the validations are presented in Table 1, and the body plans are presented in Fig. 2. 
Model 5232 is a single-screw cargo-liner type and model 5233 is a tanker.  
 
Table 1 Main particulars of model no. 5232 and model no. 5233. 
 Designation Symbol 
Model No.5232 Model No.5233 
Unit 
Magnitude 
Length between perpendiculars LPP 3.323 3.962 m 
Breadth moulded on WL B 0.473 0.506 m 
Draught moulded on FP TF 0.162 0.208 m 
Draught moulded on AP TA 0.17 0.218 m 
Displacement volume moulded ∇ 0.189 0.33 m3 
Block coefficient CB 0.701 0.761 - 
Wetted area coefficient SW/(∇LPP)1/2 2.603 2.627 - 
Displacement-Length coefficient 100∇/LPP3 0.516 0.531 - 
No. propellers - 1 1 - 
No. Blades Z 4 4 - 
Diameter D 0.126 0.137 m 
Designed face pitch (mean) P 0.138 0.108 m 
Pitch / Diameter - 1.092 0.786 - 
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(a) 5232.                                  (b) 5233. 
Fig. 2 Body plan of model no. 5232 and 5233. 
 
All the results presented in the Dand (1981) relate to model 5233 (the only fully instrumented model) when passed by 
model 5232. Model 5233 was driven directly from the towing carriage since the model was fixed to it and to all the 
instrumentation. Model 5232 was independently driven by an electric motor along a special constructed monorail. Both 
models were equipped with a centreline rudder fixed at the amidship position for all runs. The experiments were conducted in 
the shallow water section of the NMI model basin number 2. This section is 90 m in length and 6.1 m in width. The water 
depth of the basin can vary from 0 to 0.56 m. With this dimensions of the model basin, the tank width-ship breadth ratio is 
12.90 for model 5232 and 12.05 for model 5233. As it is mentioned above, the only instrumented model was model 5233 
(own ship) connected to the carriage. By means of force gauges, the X (surge) and Y (sway) forces and the N (yaw) moment 
were measured at the passage of ship model 5233. Furthermore, it was possible to measure the dynamic trim and sinkage of 
model 5233 by two resistive linear displacement transducers. Model 5232 (passing ship) was running on a track and carried 
no measuring instrumentation. 
Three different cases of interaction between the models are considered as follows : 
• Ships passing along parallel courses (referred as overtaking encounter)  
• Ships passing on reciprocal parallel courses (head-on encounter)  
• The effect on a stationary, (zero-speed moored) ship when passed by another (passing vessel)  
In order to compare with the results from RANS simulations (Chen et al., 2003), the calculation matrices presented in Table 
2 was selected. The moored-passing ship interaction cases will be discussed after validations with the experiment and RANS 
(Chen et al., 2003) calculations because the limitation of the two dimensional perturbation method for the calculation of the 
moored-passing ship interaction is needed to be treated specially.  
 
Table 2 Calculation matrices for the head-on encounter. 
Test case 
Water depth 
H 
Water depth/draught 
H/T0 
Lateral distance 
Y0/B0 
Relative frude depth number 
Fnhr (=Fnho-Fnhp) 
r2 0.256 1.19 1.6 0.67 
r5 0.256 1.19 1.1 0.67 
r6 0.256 1.19 1.3 0.67 
r8 0.256 1.19 1.6 0.555 
r9 0.256 1.19 1.6 0.602 
r10 0.256 1.19 1.6 0.731 
r11 0.256 1.19 1.6 0.791 
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Table 3 Calculation matrices for the overtaking encounter. 
Test case  Water depth H 
Water depth/draught 
H/T0 
Lateral distance 
Y0/B0 
Relative frude depth number 
Fnhr (=Fnho-Fnhp) 
r12 0.234 1.1 1.3 -0.16 
r13 0.256 1.19 1.3 -0.16 
r15 0.256 1.19 1.1 -0.269 
r16 0.256 1.19 1.3 -0.269 
r17 0.256 1.19 2.2 -0.269 
Validation I (Head-on encounter)  
The effect of the variation of the lateral distance between the two vessels are presented in Fig. 3 through Fig. 5. The 
difference between experiments and computations (the two dimensional perturbation method and RANS method) becomes 
smaller as the lateral distance increases larger. For the lateral force, it seems that the results of the two dimensional perturbation 
method is more closer to the experiment than the one of RANS. However, it seems that the results of RANS for yaw moment 
are more closer to the experiment than the results of the two dimensional perturbation method. 
 
 
Fig. 3 Sway force and yaw moment for head-on encounter, r2. 
 
 
Fig. 4 Sway force and yaw moment for head-on encounter, r5. 
 
 
Fig. 5 Sway force and yaw moment for head-on encounter, r6. 
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In Fig. 6 through Fig. 9, the effects of the variation of the ship speed on two head-on encountering general cargo vessels are 
presented. In these results, the results of the two dimensional perturbation method are computed in a satisfactory way and 
showed a typical pattern of the ship-ship interaction in the lateral force and the yaw moment. 
 
 
Fig. 6 Sway force and yaw moment for head-on encounter, r8. 
 
 
Fig. 7 Sway force and yaw moment for head-on encounter, r9. 
 
 
Fig. 8 Sway force and yaw moment for head-on encounter, r10. 
 
 
Fig. 9 Sway force and yaw moment for head-on encounter, r11. 
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Validation II (Overtaking encounter)  
Similar conclusions as head-on encounter can be drawn for overtaking encounter of the two vessels. There are no comparable 
results from RANS simulations. Therefore, the calculation results are presented and compared with the experiment data only for 
the overtaking encounter. As water depth becomes shallow as presented in Fig. 10 through Fig. 11, the error between the two 
dimensional perturbation method and the experiment increases because the non-linear effect from both the free-surface and the 
bottom becomes stronger. The effect of the lateral distance between the two ships is presented in Fig. 12 and Fig. 14. All results 
agree with the experimental results well and more accurate than the results of the water depth effect cases.  
 
 
Fig. 10 Sway force and yaw moment for overtaking encounter, r12. 
 
 
Fig. 11 Sway force and yaw moment for overtaking encounter, r13. 
 
 
Fig. 12 Sway force and yaw moment for overtaking encounter, r15. 
 
 
Fig. 13 Sway force and yaw moment for overtaking encounter, r16. 
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Fig. 14 Sway force and yaw moment for overtaking encounter, r17. 
MOORED-PASSING SHIP INTERACTION 
The last topic for the ship-ship interaction is a moored-passing ship interaction. The limited functionality of the two 
dimensional perturbation method such as the singularity problem when obtaining the source/sink strength makes it difficult to 
solve such case. Of course, it is possible to solve the moored-passing ship interaction if the two dimensional diffraction theory is 
combined with the two dimensional perturbation method. However, this makes the problem more complicated. The two 
dimensional perturbation method itself keeps the theory much simpler than other direct three dimensional approach such as the 
panel method. 
In order to apply the two dimensional perturbation method to this kind of problem with the practical point of view. The 
author proposes the following procedure presented in Fig. 15. 
 
 
Fig. 15 Proposed procedure to estimate moored-passing ship interaction  
with two dimensional perturbation method. 
 
As presented in Fig. 15, it is necessary to use RANS method in order to obtain the result for the moored-passing ship 
interaction case. Because there was no applicable digitized three dimensional geometrical data of the hulls used in Dand (1981), 
other published hull data (KVLCC1 and KCS) are used for comparison purpose with the experiment results by Vantorre et al. 
(2002). Of course, the hull data are not exactly the same as the experiment, but at least it is one way to validate the purpose of 
the proposed method. 
RANS based approach 
As mentioned previously, OpenFOAM solver with Arbitrary Coupled Mesh Interface (ACMI) moving grid functionality is 
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used for calculation of the moored-passing ship interaction. The principal dimensions of the studied ships to the reference ships 
E and D in Vantorre et al. (2002), are summarized in Tables 4 and 5. The scale of the ships are modified to have the same Lpp 
with the reference ships.  
 
Table 4 Main particulars of KVLCC1. 
Designation Symbol Tanker E (Vantorre)  Magnitude 
KVLCC1 (Original) Modification 
Unit 
Magnitude 
Length between perpendiculars LPP 286.8 320 286.8 m 
Breadth moulded on WL B 46.8 58 52.0  m 
Draught moulded on FP TF 15.525 20.8 17.3  m 
Draught moulded on AP TA 15.525 20.8 17.3  m 
Displacement volume moulded ∇ − 312738 204507.6  m3 
Block coefficient CB 0.816 0.81 0.792 - 
Wetted area coefficient SW/(∇LPP)1/2 - 2.731 - - 
Displacement-length coefficient 100∇/LPP3 - 0.954 0.867  - 
No. propellers - - - - - 
No. Blades Z - - - - 
Diameter D - - - m 
Designed face pitch (mean) P - - - m 
Pitch / Diameter - - - - - 
 
Table 5 Main particulars of KCS. 
Designation Symbol Container D (Vantorre) Magnitude 
KCS (Original) Modification 
Unit 
Magnitude 
Length between perpendiculars LPP 289.8 230 289.8  m 
Breadth moulded on WL B 41.25 32.2 40.6  m 
Draught moulded on FP TF 13.5 10.8 10.7  m 
Draught moulded on AP TA 13.5 10.8 10.7  m 
Displacement volume moulded ∇ − 52030 81649.5  m3 
Block coefficient CB 0.588 0.651 0.649 - 
Wetted area coefficient SW/(∇LPP)1/2 - 2.755 - - 
Displacement-Length coefficient 100∇/LPP3 - 0.428 0.335  - 
No. propellers - - - - - 
No. Blades Z - - - - 
Diameter D - - - m 
Designed face pitch (mean) P - - - m 
Pitch / Diameter - - - - - 
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The grid system and the boundary conditions are presented in Fig. 16. The calculation condition is presented in Table 6. 
Total grid size is about 2.0M cells and standard k-ε was used for the turbulence model. In order to capture the free-surface, 
Volume of Fluid (VOF) was applied and ACMI technique was applied in-between the two ships (see Fig. 16). 
KVLCC1 moves as the passing ship with 1.38 knots in model scale and KCS is stationary as the moored ship. 
 
Table 6 Calculation condition for moored-passing ship interaction with RANS. 
Ships 
Model 
Speed [knots] Draught [m] Water depth [m] 
Passing 1.38 0.207 0.248 
Moored 0 0.18 0.248 
 
 
Fig. 16 Grid system and boundary conditions for RANS calculation. 
 
    
Fig. 17 Comparison of RANS calculation with the experiment  
(KVLCC-KCS vs. Vantorre E (own ship)-D (passing ship), D (own ship)-E (passing ship) in Vantorre (2002)). 
 
Fig. 17 presents the comparison between the experiment and the RANS calculation. As presented in Fig. 17, the maximum 
attractive lateral force is found when the non-dimensional distance between two ships is around -0.2 L in the results and the 
maximum repulsive force is found when the non-dimensional distance is in the range of 0.3 L~0.5 L. Although the detailed 
patterns are different from each other, it seems that the result of RANS calculation is in-between E-D (tanker-container) and D-
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E (container-tanker) cases of the experiment performed by Vantorre et al. (2002). It can be thought that this different comes 
from the effect of hull form. The same observation can be found in the yaw moment presented in Fig. 17.  
According to Vantorre (2002), it was mentioned that the general pattern valid for the encounter manoeuvre may not be 
applicable if the target ship's speed is small (or zero). Therefore, it is difficult to find out the similarity among those results. But 
both the RANS result and the experiment give the information for the proposed procedure which is explained in Fig. 15. 
However, the further study of the RANS method on the ship-ship interaction is needed, and more case studies shall be 
carried out for the future research. 
 
 
Fig. 18 Contour of pressure distribution acting on two ships (x = −0.56 L). 
Two dimensional perturbation method approach 
As presented in Fig. 15, the sensitivity tests for the speed of the moored ship were carried out to address how the two 
dimensional perturbation method can give the results with very slow speed and what is the reliable range of the speed for the 
moored ship. The calculation matrices are presented in Table 7. 
 
Table 7 matrix for the sensitivity test (Vp=1.38 knots). 
Test  
case 
Water  
depth 
Water 
depth/draught 
Lateral 
distance 
Speed of passing ship 
(model) 
Speed of moored ship 
(model) 
  H [m] H/To [-] Y/Bo [-] Vp [knots] Vo [knots] 
r20 
0.248 1.2 0.5 1.38 
0.01 
r21 0.02 
r22 0.03 
r23 0.04 
r24 0.05 
r25 0.06 
r26 0.07 
r27 0.08 
r28 0.09 
r29 0.1 
r30 0.2 
r31 0.3 
r32 0.4 
r33 0.5 
r34 0.6 
r35 0.7 
moored ship
passing ship
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Fig. 19 Effect of relative speed (sensitivity test), head-on encounter, Y/Bmin=0.5, H/T=1.2. 
 
The calculations were carried out under the condition that the speed of the passing ship is 1.38 knots(model scale) and the 
speed of the moored ship are 5% and 10% of the passing ship, respectively. The comparison results with the experiment 
performed by Vantorre are presented in Fig. 19. The pattern for the lateral force and the yaw moment becomes different the 
slower speed of the moored ship. When the speed of the moored ship becomes 5% of the speed of the passing ship, the similar 
pattern is observed as the results of the RANS simulation and experiment. Therefore, the lateral force and yaw moment of the 
moored-passing ship interaction can be estimated by using two dimensional perturbation method with 5% of the speed of 
passing ship as proposed. Fig. 20 presents the estimated results for the moored-passing ship interaction. 
 
    
Fig. 20 Estimated results (Vo= 5%, 10% of Vp) for moored-passing ship interaction,  
head-on encounter, Y/Bmin=0.5, H/T=1.2, Vp=1.38 knots. 
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In order to validate the proposed method, the other moored-passing ship interaction case done by Dand (1981) is calculated 
and compared in Fig. 21.  
 
    
 
Fig. 21 Comparison of estimated results with the experiment performed by Dand 
overtaking encounter, Y/Bo=1.3, H/T=1.2, Vp=0.65 knots. 
 
As presented in Fig. 21, the lateral force and the yaw moment are estimated well.  
CONCLUSIONS 
This study presents a number of topics. One was the validation results with both the experiment and the RANS calculations. 
Based on the this validation results, it can be thought that the two dimensional perturbation method is very useful in the practical 
applications such as a ship handling simulator, a harbor design and so on. Secondly, it proposes that the guide using 5% of the 
passing ship's speed can be applicable as the moored ship's speed when using the two dimensional perturbation method on the 
moored-passing ship interaction study with a practical point of view. Finally, the RANS calculation using ACMI technique 
instead of the overset was applied in the moored-passing ship interaction problem in the present study and it seems that the 
RANS using ACMI can be applicable in the ship-ship interaction. However, more detail parameter studies are necessary in 
order to obtain an accurate result in this kind of research. 
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